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Abstract 
The South East Busway (SEB) of Brisbane’s busway network is one of the 
main facilities which provide access to commuters from South East (SE) Brisbane. 
SEB gives better satisfaction for passengers as far as reliability is considered. The 
operation procedure of SEB is complex due to its stations, ramps/intersections, bus 
equipment characteristics, bus service patterns and fare collection method. However, 
a comprehensive document of SEB is scarce as far as its overall performance is 
concerned. Therefore this report demonstrates a comprehensive and very strong 
appreciation of the overall operational processes of the world’s most sophisticated 
busway. 
South East Busway (SEB) Background 
South East Busway (SEB) is a main section of BRT facility in Brisbane, 
Australia, which is identified as a busway system. Its design and planning was 
largely modelled on Ottawa's BRT system in Canada (Rathwell et al., 2002). SEB 
provides connection to two busways (Boggo Road Busway and Eastern Busway) to 
its south as well as Woolloongabba spur. Further, Inner Northen Busway (INB) is 
situated north to the SEB and provides access to the CBD from northern suburbs. 
The first section of SEB between the existing Queen Street Bus Station in Brisbane’s 
CBD and Woolloongabba station was opened in 2000. This first section of busway to 
open was 3.2 km in length. This section consists of Queen Street, Cultural Centre, 
South Bank, Mater Hill and Woolloongabba busway stations (Figure 1). In 2001, the 
SEB was extended to its present terminus of Eight Mile Plains, which is 16 km south 
of the CBD terminus of Queen Street Bus Station. The SEB now incorporates ten 
busway stations. It consists of a two-lane, two-way road with pull-off lanes at 
stations and is designed to support 50 km/h travel speed in inner urban areas and up 
to 90 km/h in suburban areas. 
SEB contains approximately 1.6 km of underground sections, both bored and cut and 
cover tunnels, which allow buses to travel rapidly and directly, which in turn reduces 
bus operating cost and attracts more riders due to time saving (Currie, 2006; Golotta 
et al., 2008). Further, extension of SEB is planned from Eight Mile Plains to 
Springwood (TransLink, 2008). 
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Figure 1: SEB bus network, Brisbane, Australia (base: google map) 
In 2009 the Boggo Road Busway (BRB) was opened, followed by the Eastern 
Busway (EB) in 2011. These branch busways connect to the SEB main line at 
opposite ends of Buranda busway station, as shown in Figure 1.  
The 4.4 km BRB provides important network access to University of Queensland 
(UQ), which is Brisbane’s second largest passenger destination (Widanapathiranage 
et al., 2013b). BRB contains four busway stations (Princess Alexandra Hospital, 
Boggo Road, Dutton Park Place Drive and UQ Lakes). Three bus routes use BRB to 
connect from eastern and southern suburbs to UQ as do two routes from the CBD 
and Woolloongabba. Even though the BRB conveys only five routes, each operates 
on 5 min to 6 min average headway per direction during peak periods and 10 min to 
15 min average headway per direction during off-peak periods. In addition, five 
routes use part of the BRB, including one cross town route, one route to UQ lakes 
station via West End and three all stops routes (refer Figure 16). The maximum load 
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segment of BRB is the Eleanor Schonell Bridge between Dutton Park Place Drive 
and the UQ Lakes terminus. 
The 1.05 km long EB incorporates two busway stations; Stones Corner and 
Langlands Park. While being short, this busway is an important component of the 
network as it connects directly to the Old Cleveland Road on-street bus corridor, 
which serves a substantial number of routes (refer Figure 16) and high throughput. 
The maximum load segment of EB is generally between Stones Corner and Buranda 
stations. EB is planned to be eventually extended from Langlands Park to Capalaba 
via Coorparoo and Carindale (TransLink, 2010). 
All buses which serve the SEB are managed by Queensland Government’s 
TransLink Division, which uses smart card fare technology for efficient passenger 
exchange and seamless multi-modal transit system operation. 
Busway stations 
Busway stations are the most visible element of Brisbane’s Busways, and are 
considered by planners as critical to the system’s success (Golotta, et al., 2008; 
Lucas, 2009). These stations usually have a platform in each direction that facilitates 
multiple linear loading areas (three, and in some major stations four) to serve 
alighting and boarding passengers. Busway stations are designed with an open 
platform (generally 5 m deep and 55 m long), large shelter and elevators, and stairs 
with an overhead bridge to allow for access between the two platforms and in some 
cases onto the surrounding pedestrian system. Having higher passenger exchange 
capacities and higher passenger amenities, busway stations are significantly different 
from enhanced kerbside bus stops. Consequently busway stations have proven to 
attract more passengers (TransLink, 2012a).  
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Figure 2: Standard Brisbane busway station 
Brisbane’s predominantly template-designed busway stations include attributes such 
as shelter, advanced fare collection system, level boarding, lighting and security, 
seating facility, etc. The main advantages of this design are attractiveness, comfort 
and convenience and higher capacity than on-road stops. Figure 3 shows the typical 
template of a SEB busway station. 
 
Figure 3: Brisbane station typical cross section (FTA, 2008) 
All SEB busway stations have linear off-line loading areas to allow buses to overtake 
stopping buses (Figure 3). Accordingly, busway stations are critical in operation as 
they are the only sections where buses can pass others. Further, busway stations are 
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the points of passenger access to transit service. Therefore, spacing, location, design 
and operation of stations significantly influence transit system performance.  
Traffic congestion is recurrent at some stations on the SEB during peak periods 
because of conflict between manoeuvring buses. Stations can constrict bus flow as 
demand reaches station capacity, resulting in some buses queuing in the upstream 
travel lane until they are able to access a vacant loading area. On certain occasions, 
buses block the passing lane during their dwell time. This is particularly so for long 
buses (18 m articulated or 14.5 m three axle buses). 
South East Busway (SEB) Strategic Elements 
SEB has been analysed by section by station, in order gain better understanding 
of SEB operation. Detailed discussion of each is given below. 
Queen Street Bus Station 
Queen Street Bus Station (QSBS) is the Brisbane CBD's primary urban bus 
terminus. It is an underground station beneath a commercial pedestrian mall and a 
major CBD shopping centre in the city heart. Its southern access from its portal to 
SEB is via a ramp to the major signalised at-grade intersection of North Quay / 
William Street / Victoria Bridge / QSBS portal.  This is a complex intersection 
catering for many general traffic, bus, and pedestrian movements. 
Its northern access to the Inner Northern Busway is underground via King George 
Square station (Figure 4).  
QSBS provides direct connections to the heart of CBD from southern and eastern 
suburbs via the South East Busway, and the Centenary, Indooroopilly, and Kenmore 
corridors (Luke et al., 2000) via other access facilities. It is the inner terminus of 
many of the city’s BUZ (frequent) routes. 
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Figure 4: Queen Street bus station layout 
Queen Street Bus Station Portal to Melbourne Street Portal Busway Access 
Intersection 
The section between the QSBS portal and the Melbourne Street portal is a 
transitway section whereby buses operate in on-street bus lanes. This section limits 
the capacity of SEB due to various constraints. This section contains the Cultural 
Centre station (chainage 0.4 km). Despite having a passing lane and four loading 
areas per direction, this station has significant geometric constraints on its tapers at 
both ends. This station is the busiest along the SEB due to following reasons. 
• The majority of bus routes to and from SEB, BRB, EB, and West End pass 
through Cultural Centre station (refer Figure 16). 
• Some northern and western suburbs routes use Cultural Centre as their 
inner terminus (BCC, 2007) (refer Figure 16). 
• This station is the dominant network passenger transfer station. 
Cultural Centre station is adjacent to the signalised intersection of Melbourne Street / 
Gray Street (40 m south west of Cultural Centre), which itself is geometrically and 
operationally challenging, with numerous general traffic, bus, and pedestrian 
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movements. The signalised intersection of Melbourne Street / SEB portal (110 m 
south west of Cultural Centre) is also a complex intersection catering for general 
traffic, bus, and pedestrian movements. In particular, buses travelling in opposing 
directions have little space to manoeuvre past each other while making a right angle 
turn into / out of the portal, and space for only two to three queued buses is available 
between this intersection and the Melbourne Street / Gray Street intersection. South 
Brisbane railway station is situated just south to the Cultural Centre station and 
passenger interchange is possible via Gray Street (Figure 5). 
 
Figure 5: Transitway section between Melbourne street portal and Queen Street tunnel (base: 
google map) 
Melbourne Street Portal Busway Access Intersection to South Bank Busway 
Station 
This section contains South Bank busway station (chainage 1.7 km), which is 
one of the inner core stations (Figure 6). This station was constructed adjacent to 
South Bank railway station, to cater for a significant level of passenger interchange.  
South Bank busway station is a high demand station due to its vicinity to adjacent 
passenger generators such as three high schools, South Bank Institute of Technology 
(SBIT), Queensland University of Technology (QUT), South Bank campus - Griffith 
University, and South Bank Parklands. This station operates satisfactorily. 
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Figure 6: South Bank and Mater Hill busway stations 
South Bank Busway Station to Mater Hill Busway Station 
Mater Hill station (chainage 2.5 km) is the southernmost inner core station 
(Figure 6). It is located between the Vulture Street tunnel and Water Street tunnel 
and is straddled by the Mater Private Hospital. It is a high use station due to its 
proximity to the Mater Hospitals, Griffith University, Queensland University of 
Technology, two private high schools, South Bank, and a commercial precinct. It 
also serves as a transfer station between certain southern and eastern bus routes. 
Its station platform length is 45 m, which is less than the normal busway station 
platform length of 55 m, due to geometric constraints. Although the station has three 
designated loading areas in each direction, buses in the third loading area often are 
only able to serve passengers using the front door, while the rear door is kept closed 
due to its overhang past the platform. This station operates satisfactorily most of the 
time except for some portions of peak periods. Queue spillback into the Water Street 
tunnel occurs during the inbound morning peak (07:30-08:30), and spillback into the 
Vulture Street tunnel occurs during the afternoon school peak period (14:45-15:30), 
and evening peak period (16:30- 17:30).  
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Water Street Tunnel portal to Woolloongabba Busway Spur intersection  
The signalised intersection of SEB / Allen Street Busway access, which is 170 
m south of Mater Hill station and immediately to the south of the Water Street tunnel 
portal, and the unsignalised intersection of SEB / Pacific Motorway south ramp, 
which is a further 170 m to the south, together provide access between SEB and the 
Captain Cook Bridge for numerous peak period express routes. Queue spillback 
occurs occasionally during the morning peak period at the SEB / Allen Street access 
intersection (Figure 7) due to a congested northbound on-ramp to the Captain Cook 
Bridge on the Pacific Motorway (M3). 
The signalised intersection of South East Busway / Woolloongabba Busway Spur is 
located 80 m south of the South East Busway / Pacific Motorway south ramp 
intersection. Queue interaction is not presently problematic between these two 
intersections. The signalised intersection operates below capacity during both 
weekday morning and evening peaks. 
 
Figure 7: Water Street Tunnel portal to signalised intersection of Ipswich Road / Main Street 
/ Stanley Street / Woolloongabba access (base: google map) 
SEB / Woolloongabba Busway Spur intersection to Woolloongabba Busway 
Station 
This section consists of Woolloongabba station (chainage 3.2 km), a bus 
parking facility and turnaround facilities (Figure 7). Many eastern suburbs and some 
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southern suburbs bus routes join the busway at the signalised intersection of Ipswich 
Road / Main Street / Stanley Street / Woolloongabba access, which is located 
immediately to the east of Woolloongabba station.  
Woolloongabba station is the primary transit node serving the Brisbane Cricket 
Ground (the ’Gabba). Further, Woolloongabba busway station is important since it 
includes the ‘Gabba Transit Oriented Development, access to nearby midrise office 
complexes, government services, and a driver layover facility located just north of 
the station. It also serves as a significant transfer station between certain southern 
and eastern bus routes (refer Figure 16). This station mostly operates satisfactorily 
however buses entering the busway via Stanley Street experience on-street 
congestion during the morning peak period. 
SEB / Woolloongabba Busway Spur intersection to Cornwall and Juliette Street 
Ramp 
This section consists of the signalised intersection of SEB / BRB Harrogate 
Tunnel portal at its north end, the Buranda Busway Station (Chainage 4.4 km), the 
signalised intersection of SEB / O’Keeffe Street access / EB Cowley Tunnel portal, 
and at the southern end two south-facing ramps to access the major road network at 
the Cornwall Street / Juliette Street couplet (Figure 8).  
Buranda station is an important bus-rail interchange with a suburban railway station 
on the Cleveland urban rail line situated on ground level above (Figure 8) (Translink, 
2012b). Furthermore, bus-bus interchange activities are high at Buranda due to 
interchange between outer urban buses with CBD buses, outer urban buses or middle 
urban buses with cross country buses, and urban buses or middle urban buses with 
UQ buses. This is a high demand station due to its proximity to Princess Alexandra 
Hospital, the Stones Corner and Buranda commercial / community precincts, and 
Buranda State Primary School. 
The SEB / BRB Harrogate Tunnel portal signalised intersection, which is 270m to 
the north of Buranda Station, connects high number of buses to UQ from SEB 
southern and northern directions. Bus queuing can occur between this intersection 
and Buranda station platform in the outbound direction during the evening peak 
period, due to busway station operation. 
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Bus routes from EB connect to the SEB at the signalised intersection of SEB / 
O’Keeffe Street access / EB Cowley Tunnel Portal, which is 130m to the south of 
Buranda Station. Bus queuing on the south approach to this intersection commonly 
occurs during the morning peak period due to high bus flow rates. Moreover queuing 
spillback from Buranda station into this intersection is prevalent due to station 
operation (Figure 8).  
The SEB / Cornwall Street / Juliette Street south facing ramp junctions are 110 m 
and 370 m to the south of the SEB / O’Keeffe Street access / EB Cowley Tunnel 
portal intersection respectively. These ramps provide access for a high number of 
buses joining SEB from Greenslopes and Garden City suburbs (refer Figure 16).   
Buranda station experiences high passenger exchange and some bus queuing on the 
inbound platform during the morning peak period and on the outbound platform 
during the peak period. Although there are three loading areas on the platform, a 
fourth itinerant loading area sometimes occurs during peak periods when bus drivers 
are able to pull into it and dwell using only the front door to serve passengers with 
the rear door kept closed due to overhang. 
 
Figure 8: Buranda busway station (base: google map) 
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SEB / Cornwall and Juliette Street Ramps to SEB / Barnsadle Place intersection  
This section consists of Greenslopes station (chainage 6 km) and the 
unsignalised SEB / Barnsdale Place access intersection (Figure 9). No regularly 
scheduled routes join the SEB using this access. Greenslopes Station provides an 
interchange to a connecting shuttle bus service to nearby Greenslopes Private 
Hospital. It also has a significant park and ride role, with 40 off-street and 120 on-
street commuter spaces available. Most Rocket services, City Express and BUZ 
routes do not observe Greenslopes. Some SEB spine routes and some all stops routes 
do observe the station. This station operates satisfactorily. 
 
Figure 9: Greenslopes Busway Station (base: google map) 
SEB / Barnsadle Place intersection to Holland Park West Busway Station 
This section contains Holland Park West station (chainage 8.6 km) and the 
unsignalised SEB / Birdwood Road access intersection, which is located 1 km to the 
station’s north (Figure 10). This access is used by a number of bus routes joining 
SEB from Holland Park and Mount Gravatt East suburbs (refer Figure 14, Figure 15 
and Figure 16). Both the station and the intersection operate satisfactorily. 
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Figure 10: Holland Park West busway station (base: nearmap) 
Holland Park West Station to SEB / Klumpp Road ramp  
This section contains Griffith University station (chainage 10.8 km). The 
unsignalised SEB / Sports Road access intersection is located 50 m north of the 
station and provides access to Griffith University Mount Gravatt Campus (Figure 
11). However, no regularly scheduled routes use this access to SEB. 
The unsignalised SEB / Klumpp Road access intersection is located 300 m south of 
the station and provides access to the highest number of buses joining the SEB in 
outer suburban areas (refer Figure 14, Figure 15 and Figure 16). Furthermore, this 
intersection allows buses to access Griffith University Nathan Campus to the west. 
Griffith University station is a high demand station due to its proximity to Griffith 
University, which has one campus to the station’s east and another to its west. A 
shuttle bus service (non TransLink) connects both of Griffith University’s adjacent 
campuses, with passengers interchanging to SEB services at the station. 
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Figure 11: Griffith University Busway Station (base: google map) 
SEB / Klumpp Road ramp to SEB / Macgregor Street ramp 
This section comprises Upper Mount Gravatt station (chainage 13.4 km) and 
the unsignalised intersection of SEB / Macgregor Street access.  
Upper Mount Gravatt station is a two level interchange. The lower level is a normal 
template station on the SEB proper (Figure 12). The upper level is a suburban bus 
interchange adjacent to the Garden City regional commercial hub and shopping 
centre. This station operates similarly to a traditional bus / rapid transit interchange, 
with most suburban bus routes terminating at the station’s upper level and passengers 
transferring to access SEB services on the lower level. Consequently this station is 
one of the most significant passenger transfer stations on SEB outside of its inner 
core. It also serves a significant role for transit access to the commercial hub and 
shopping centre. 
 A substantial number of bus routes join the SEB at the SEB / Macgregor Street 
access intersection, which is located 270 m to the south of the station (refer Figure 
14, Figure 15 and Figure 16). Moreover, this intersection provides direct access to 
the SEB from the Upper Mount Gravatt bus depot. Both the busway station and the 
intersection operate satisfactorily. 
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Figure 12: Upper Mount Gravatt Busway Station (base: google map) 
SEB / Macgregor Street access intersection to SEB / Gateway Motorway ramp 
This section includes Eight Mile Plains station (chainage 16 km) and three 
intersections; SEB / Miles Platting Road access intersection, SEB / Pacific Motorway 
southbound ramp, and SEB / Gateway Motorway northbound ramps (Figure 13).  
 
Figure 13: Eight Mile Plains Busway Station (base: google map) 
Eight Mile Plains station is the southern terminus of SEB proper, although the 
southbound SEB / Pacific Motorway ramp and northbound SEB / Gateway 
Motorway ramp provide for routes that extend south and west into Logan City. These 
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ramps generally operate satisfactorily although congestion on either or both 
motorways can cause delays to buses entering / exiting SEB during motorway peak 
periods. 
The signalised SEB / Miles Platting Road access intersection provides for routes that 
extend to the south east suburbs of Brisbane and Redland City. (refer Figure 14, 
Figure 15 and Figure 16). This intersection operates satisfactorily. 
The station is the dominant Park and Ride facility on SEB with up to 400 parking 
spaces. This facility was developed to attract commuter traffic from the immediate 
area and both the Pacific and Gateway Motorways. The station itself operates 
satisfactorily. 
Daily and Peak Hours’ Bus Movements Accessing SEB 
Bus access movements were derived from TransLink’s published timetable 
(access date: 10/04/2014). The inbound peak hour is between 07:30 and 08:30 while 
the outbound peak hour is between 16:30 and 17:30. Peak bus movements at each 
access to the SEB are depicted in Figure 14. 
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note: SEB/BRB-City indicates buses traveling towards city using BRB and SEB. SEB/BRB-Buranda 
indicates buses traveling towards Buranda using BRB and SEB. 
Figure 14: South East Busway Network Showing Access Movements for peak periods 
Figure 15 shows the daily bus movements of SEB. 
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note: SEB/BRB-City indicates buses traveling towards city using BRB and SEB. SEB/BRB-Buranda 
indicates buses traveling towards Buranda using BRB and SEB. 
Figure 15: Daily South East Busway Network Showing Access 
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Figure 16 shows the daily bus movements of SEB. 
note: refer page 21 for bus service patterns 
SEB/BRB-City indicates buses traveling towards city using BRB and SEB. SEB/BRB-Buranda 
indicates buses traveling towards Buranda using BRB and SEB. 
Figure 16: Bus route types accessing South East Busway network 
Case Study: South East Busway (SEB), Brisbane, Australia 
 
 21 
Bus Route Types Operating on SEB 
The existing route categories operating on SEB are described as follow: 
• All-stops routes normally observe all stops both on their on-street 
component as well as all stations on their SEB component. Their 
frequencies and spans of service can vary significantly depending on 
overall route characteristics and their markets. 
• Bus Upgrade Zone (BUZ) routes normally observe a restricted stopping 
pattern on their on-street component to facilitate higher speeds, and 
commonly observe all stations on their SEB component, where spacings 
are higher than on-street. Some variation in these route design principles 
does exist between BUZ routes. Their service frequencies are high, 
typically 10 minutes in peak periods and 15 minutes in off-peak periods, 
seven days per week. Their spans of service are also high, typically 
between 05:00 and 0:00.  
• CityGlider services (Maroon CityGlider and Blue CityGlider) operate 
similarly to BUZ routes, but within corridors focused on inner suburbs and 
stops and stations with very high passenger demand. They operate 18 
hours per day from Sunday to Thursday and 24 hours per day on Friday 
and Saturday. Frequencies are 10 minutes during peak periods and 15 
minutes during off-peak periods. On weekend nights they operate at 30 
minute frequencies after midnight. These routes use some inner sections of 
the SEB.  
• CityExpress services generally operate similar to BUZ services, but 
typically with lesser frequencies and spans of service. 
• Rocket routes normally observe a restricted stopping pattern on their on-
street component, and observe a restricted stopping pattern on the SEB 
component – typically only the station adjacent to their road system access 
point. SEB rocket routes commonly bypass the core SEB stations, instead 
crossing the Brisbane River using the Captain Cook Bridge of the Pacific 
Motorway (M3) and observing a restricted stopping pattern within the 
CBD. Rocket services’ spans are generally limited to inbound during the 
weekday three hour morning peak period and outbound during the 
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weekday three hour evening peak period. Their frequencies are typically 
10 to 15 minutes. 
• Outer urban routes vary considerably. Some operate similarly to BUZ, 
others similarly to CityExpress, and others similar to Rocket. Because of 
their longer distances and travel times they generally observe more 
restricted stopping patterns to maintain reasonable speeds. Lower demand 
routes may have very low frequencies and/or spans of service. 
• City Precincts Express routes are very similar to Rocket routes. However 
their CBD stops are dispersed to the flanks of the CBD.  
• Cross Country route (a single route) connects far most busway station in 
SEB (Eight Mile Plains) and Northern Regional Commercial hub of 
Chermside. This service travel through Clem Jones Tunnel (Clem7) 
underground tunnel by avoiding CBD congestion hence provide short 
travel time for southern-northern passenger exchange. 
Bus Equipment Operated on SEB 
Table 1 shows the attributes of buses used on the SEB. 
Table 1: comparison of bus attributes 
Bus type 
Length 
/(m) 
Number 
of doors 
Number of channels Capacity/(passengers) Floor 
type Boarding Alighting Seated MSL 
Standard 
two axle 
12.5 2 2 1 or 2 44 66 Low 
12 1 2 1 55 55 High 
Three axle 14.5 2 2 2 or 3 55 75 Low 
Articulated 
18.5 2 2 1 or 2 65 95 Low 
18.5 3 2 2 or 3 62 90 Low 
 
MSL: Maximum Schedule Load Vehicle Capacity 
Standard buses 
The length of standard buses used in Brisbane is 12.5m. Most of Brisbane’s 
standard buses have two doors (Figure 17 (a)), while some coaches are equipped 
with a single door (Figure 17 (b)) (Otto, 2008).  
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 (a)        (b) 
Figure 17: Two door bus (a) and single door coach (b) 
 (source:http://busaustralia.com) 
High Capacity Buses 
Some transit agencies choose HCBs to increase seating capacity which increase 
operator productivity (saving labour costs) and reduce peak vehicle requirements 
(Dockendorf et al., 2001). While capital cost of the HCB may be significant, HCBs 
can potentially be more attractive when considered on a capacity-per-vehicle basis.  
There are some improvements emerging in HC vehicle technologies such as 
introduction of bi-articulated buses (Figure 18), which can carry more than 200 
passengers. Accordingly, Curitiba’s bi-articulated buses can carry 270 passengers 
(TRB, 2003a). However, Curitiba’s they are mainly designed to carry standing 
passengers (57 seated and 213 standing). Therefore, passengers per linear metre of 
these buses is far higher than normal bi-articulated buses (TRB, 2003b). Most of 
these high capacity bus systems use trunk and feeder system to gain more efficiency 
(FTA, 2004). 
 
Figure 18: Bi-articulated buses in Bogota's TransMilenio busway system 
 (source:http://buswatchnz.blogspot.com.au) 
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Articulated and bi-articulated buses have some operational limitations compared to 
standard 12m rigid buses. Articulated buses tend to have lesser vehicle performance 
(acceleration gradeability and manoeuvrability) than standard rigid buses. However, 
articulated buses with hybrid technology significantly improve acceleration, 
gradeability and fuel economy (Bragdon, 2010 ; TRB, 2008). Newly introduced 
14.5m length diesel buses in Brisbane have more gradeability than standard 12.5m 
natural powered gas buses. 
Reducing dwell time to take full advantage of HCBs remains a significant challenge. 
For articulated buses, the ability to use all doors for simultaneous boarding and 
exiting is a key proposition to reduce dwell times, because more and wider doors 
facilitate quicker passenger flow when an off-board fare collection system is in use 
(TRB, 2008). 
High Capacity Buses (HCBs) have been introduced into operation on SEB in recent 
years to meet growing passenger demand without needing to add services during 
peak periods. Most HCBs are operated on high frequency bus routes. They include 
14.5m three axle and 18.5m articulated buses (Widanapathiranage et al., 2013a).  
14.5m three axle buses 
14.5m three axle buses operating on SEB have essentially the same level of 
manoeuvrability as a standard bus, because a steerable tag axle is utilized. 
 
Figure 19: 14.5m three axle bus used in Brisbane 
 (source: http://busaustralia.com) 
Articulated (18.5m) buses 
Two types of articulated buses are operated on some SEB mainline routes. Two 
door articulated buses that are powered by natural gas have lower gradeability than 
diesel powered three door articulated buses. This is not problematic when these buses 
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are used on SEB spine routes due to the generous geometry and control features of 
the facility compared with on-street operation. 
 
 (a)               (b) 
Figure 20: Articulated Rigid Buses (two door (a) and three door (b)) in Brisbane 
Fare collection system used on SEB 
The fare collection system used in South East Queensland, including all SEB 
services, uses two media; paper ticketing and smart card. 
Paper Ticketing 
Passengers can use paper tickets to travel on most routes aside from prepaid 
routes, which tend to be Rocket and some City Express routes. Passengers may 
purchase a paper ticket from the driver (who in most cases is able to provide change) 
or buy a valid ticket from a vending machine located on a busway station platform. 
Passengers are required to show their paper ticket to driver while boarding but not 
while alighting. An 30 percent cost premium applies to paper ticket fares over smart 
card fares, which aims to deter passengers from using this legacy ticketing product 
(Widanapathiranage, et al., 2013b). 
A prepaid platform policy was introduced in 2009 for inner busway stations during 
peak periods. However, it was abandoned after smart card became popular among 
passengers. 
Smart Card 
South East Queensland’s (SEQ) transit agency, TransLink Division, introduced 
a touch contact smart card called “go card” in 2008 (Jaiswal et al., 2009).  According 
to TransLink, during 2011 more than 85 percent of public transport trips were made 
using go card (TransLink, 2011).  
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The current passenger flow operational strategy in Brisbane mostly restricts 
passengers to boarding through the front door after any passengers who have chosen 
to exit through the front door have done so. However, all doors boarding is being 
trialled on selected high frequency inner urban routes. 
Passengers are required to “touch on” using one of two smart card readers in the 
front door vestibule area, and “touch off” using either the same card readers in the 
front door vestibule, or two smart card readers located in the rear door vestibule.  
The use of smart card reduces the vehicle dwell time significantly. According to 
TransLink, smart card use reduces individual boarding time from 11s or higher, 
down to 3s, which translates to a time saving of up to seven minutes on an average 
bus trip (TransLink, 2011). The other advantage of smart card is richness of 
transaction data. This provides much larger volumes of personal travel data than it is 
possible to obtain from other data sources. In addition, smart transaction data shows 
continuous trip data covering longer period of time which was not possible using 
legacy fare technology (Widanapathiranage, et al., 2013b). 
Discussion 
SEB is the most significant busway in Brisbane busway network. Most busway 
stations situated at the edge of SEB network conflict with general traffic. Passenger 
interchange at stations varies due to bus-bus interchange and bus-other 
(rail/ferry/car) interchange. Bus throughput capacity depends on station’s connection 
with other busways, access (ramp, signalised or unsignalised intersection) to the road 
system. Table 2 summarise the comprehensive evaluation of SEB busway stations. 
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Table 2: Busway station characteristics in SEB 
Busway 
station 
not 
conflict 
with 
general 
traffic 
connect 
with 
suburba
n bus 
routes 
  connect 
with 
other 
busway
s 
bus-
bus 
interc
hange 
bus-
rail 
interc
hange 
access 
to the 
road 
system 
  distance 
from 
CBD  
(km) 
passeng
er 
interch
ange 
(H/M/L
) 
Bus 
through
put 
(H/M/L
) 
Cultural 
Centre   
 
  
 
  
 
0.7 H H 
South 
Bank 
 
      
 
  1.7 M H 
Mater 
Hill 
  
        2.5 M H 
Woolloo
ngabba   
 
  
 
  
 
3.2 M H 
Buranda 
 
 
    
4.4 H H 
Greenslo
pes 
  
      
 
6.0 L H 
Holland 
Park 
West 
 
           8.6 L H 
Griffith 
Universi
ty 
 
 
 
       
 
 10.8 M H 
Upper 
Mount 
Gravatt 
 
 
 
   
 
     13.4 H H 
Eight 
Mile 
Plains   
 
   
 
   
 
 16.0 H M 
note: H/M/L  indicate High/ Moderate / Low 
Demand of SEB is high from Buranda busway station towards CBD due to high 
number of bus entering from EB, BRB, Woolloongabba Spur and other access 
ramps. Substantial amount of buses are exiting and entering via ramps (connected 
with Pacific Motorway) and situated just south to the Mater Hill busway station. 
Cultural Centre busway station is experiencing additional demand due to Wet End 
suburbs buses and INB buses   
Currently, several bus service patterns are operating in SEB. These services mostly 
consists with all stops, BUZ, rocket and outer urban buses routes. Longer buses 
(three axle and articulated) are mostly servicing in high frequency demand corridors 
while standard two axle buses operating from low to medium frequency suburban 
and outer urban routes.  
 
Case Study: South East Busway (SEB), Brisbane, Australia 
 
 28 
References 
BCC. (2007). Brisbane Mass Transit Investigation. 
Bragdon, D. (2010 ). Regional High Capacity transit system plan 2035 Summary 
report. 
Currie, G. (2006). Bus Rapid Transit in Australia: Performance, Lessons Learned and 
Futures. 
Dockendorf, J., Levinson, H. S., Fichter, D., Haghani, A., Hundenski, R. J., & 
Prestrud, C. E. (2001). Bus Transportation: A Look Forward. 1-6. 
FTA. (2004). Institutional and Regulatory Options for Delhi’s High Capacity Bus 
System: Lessons From International Experience. 
FTA. (2008). Advanced Network Planning for Bus Rapid Transit: The "Quickway 
Model" as a Modal Alternative to "Light Rail Lite". 
Golotta, K., & Hensher, D. A. (2008). Why is the Brisbane Bus Rapid Transit 
System Deemed a Success. Road and Transport Research, 17(4), 14. 
Jaiswal, S., Bunker, J., & Ferreira, L. (2009). Modelling the relationships between 
passenger demand and bus delays at busway stations. Paper presented at the 
88th Annual Meeting of Transportation Research Board.  
Lucas, S. (2009). What in the World? Australian Bus Rapid Transit – The Brisbane 
Busways. Paper presented at the APTA BRT Conference, Seattle, 
Washington. 
Luke, S., & Grodum, S. (2000). Busway Operational Issues and Impact on Busway 
Station Capacity. Paper presented at the Smart Urban Transport Conference.  
Otto, P. (2008). Brisbane Transport Fleet Facts. Retrieved from 
http://www.btbuses.info/downloads/btfleetfacts.pdf 
Rathwell, S., & Schijns, S. (2002). Ottawa and Brisbane: Comparing a Mature 
Busway System with Its State-of-the-Art Progeny. Journal of Public 
Transportation, 5(163-182), 20. 
TransLink. (2008). South East Busway Extension Research. 
TransLink (Producer). (2010) TransLink Transit Authority Strategic Plan 2010–
2015.  
TransLink. (2011). Draft Connecting SEQ 2031. 
TransLink. (2012a). Public Transport Infrastructure Manual. 
Translink. (2012b). Translink Network Information. 2012, from 
http://translink.com.au/travel-information/network-information/maps 
TRB. (2003a). Bus Rapid Transit Transit Cooperative Research Program Report 90, 
Volume 1: Case Studies in Bus Rapid Transit, 1-62. 
TRB. (2003b). Curitiba, Brazil BRT Case Study. 
TRB. (2008). Uses of Higher Capacity Buses in Transit Service. Synthesis 75, 1-81. 
Widanapathiranage, R., Bunker, J. M., & Bhaskar, A. (2013a). A Microscopic 
Simulation Model to Estimate Bus Rapid Transit (BRT) Station Service 
Capacity with Mixed Stopping and Non-stopping Bus Operation. Paper 
presented at the OPTIMUM 2013 – International Symposium on Recent 
Advances in Transport Modelling.  
Widanapathiranage, R., Bunker, J. M., & Bhaskar, A. (2013b). Modelling Busway 
Station Dwell Time Using Smart Cards. Paper presented at the Proceedings of 
Australasian Transport Research Forum 2013. Retrieved from 
http://www.patrec.org/atrf.aspx 
 
